James C. Walker
JCW CONSULTING

9/20/05

Additional Testimony before the House Transportation Committee on HB 5104 -
Truck Speed Limits

Mr. Chairman, members of the Committee, thanks for the opportunity to add to my previous
testimony from September 13™..

I faxed a copy to the Committee Clerk of the 1989 press release by the AAA Foundation for
Traffic Safety on their study showing no safety benefits for differential speed limits for trucks
dated 11/89, and a copy is attached here. Another version of that study funded by AAA was
published in 1991, and the 2 page AAA press release for that version dated 4/91 is attached.

I researched several newer studies to see if research conclusions had changed lately, and most
researchers agreed with the earlier AAA Foundation for Traffic Safety studies.

Attached is the Cover, Abstract, and Conclusions pages from a recent study presented at the
Transportation Research Board annual meeting in 2003. 1 provided the Committee Clerk with
two copies of that full study, should any member wish to read the entire document. In a
nutshell, the newer study also showed no safety benefits for differential truck speed limits.

I repeat my belief that HB5104 could safely remove the differential truck speed, or at a
minimum make the truck limit 65 mph, to reduce speed variance and improve traffic flow for
all vehicles. A previous attempt to remove or reduce the truck speed differential under
HB4377 of 1999 failed, despite testimony from Dr. Taylor at MSU and others that it would be
proper. The 85" percentile speed for trucks was then 66 mph, just like today’s 64-67 mph.

A posted limit of 65 or 70 mph for trucks and other vehicles with trailers would have high
compliance and would tend to reduce speed variance. It seems improper to impose a truck
speed limit which has almost no compliance, and which tends to increase speed variance,

when there is no demonstrable safety benefit.

Using 85" percentile posted speed limits has almost universal support from the scientific
community of unbiased traffic safety researchers, those researchers who are not influenced
directly or indirectly by traffic ticket revenue or insurance company surcharges for tickets.

I believe Michigan’s traffic laws should support the unbiased science involved.
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Attached: Two AAA Foundation for Traffic Safety press releases and a TRB paper
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NO SAFETY BENEFITS ACEIXEVED IN TRUCK LANE AND

SPEED CONTROL STRATEGIES REPORTS AAA FOUNDATION

Imposing 1lane and speed restrictions cn sruck operations on
multilane highways has been utilized <o attempt to improve the
safety and the quality of traffic flow on these highways. A study
sponsored by the AAA rFoundation for Traffic Saiety which was
conducteé by the University of Virginia'‘'s School oZf Tagineering and
Applied Science has concluded that no safety benefits resulted from
+he imposition of speed and lane restric+icns on trucks. In fact,
+he study concludes +hat -the potential -for an increase in accidents
involving trucks and other vehicles occurs when such strategies are
imposed on highways with high traffic volumes which inciude a hign
percentage of trucks.
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reduction in the number of acceptable gaps available for driver

wanting to merge from entrance ramps. This in turn creates the
"barrier"” effect making it very difficult to merge and a hazardcus
situation for all motorists at entrance ramps- This negative

effect is even more significant on highways having three or four
lanes in each direction car fic creater

rrying an average daily traffi
than 75,000 vehicles and with a proporc
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trucks to the right lane resul
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ion of trucks greater than

4 percent.
+ruck lane. and speed cornitrol

strategies are ccngestion and an increase in the skewness of speed
distributions. As the precentage of trucks in the traffic stream
increases, the potential for accidents increase. The mor

hazardous conditions concentrated in the right hand lane by such
strategies do not- significantly change speed distributions and
accident potential of cother lanes.

A copy of the report "The Effect of Truck Traffic Control
Strategies on Traffic Fiow and Safety on Multilane Highways" meay
be obtained by contacting the AAA Foundation for Traffic Safety.
1730 M Street, N.W., Suite 401, Washington, D.C. 20036, {202-775-

1436} .
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practice because some stales porpitted curs o ¢

ren states have aifferent meximum speed limits £OX trucks and cars based
on the theory tHat a lgwer speed for trulxs would reduce confiicts betwesn
cars and trueke and thus vesult in lowsr accident and injuxy rates. But,
there ie very liztle evidence To support this Lheory of spaeg oontral.

In fack, a new AAA;Foundation for Traffic Salely study conducted by the
University of Virgimia‘s Deparctment of Civil Engineeri reports that Thers
is no safety benefit frow differential tnxk/cer gpeed 1izmits and that there
is evidance that Ciffarent zpeed limits foxr tTrucks and cars nmay actuailv
result in digher rates ©f certain kinds of socidents such as rear-enfers and

gideswipes,

e apsed study was commissioned by the AAA Foundstion because ihs
recsnt changs by most states to higher s8 mph speed iimits on rural
intorstates provided an opportunity to test the giffarential MAXizuR <Spesd

§5 mph but kept the linmit
for trocks at 35 mph. Tha anzlysiz oovgxed specific highway locstions in
california, Maryland, Eichigsn, virginis and Wesi virginia. One higbway
r10egtion in virginia and west Vizginia provided an unigue oppertunity Te fest
this theory becmuss the twe states used fifferent gspeed epproxches on ihe
same RIGHWRY. :

several other intbresting findings resylted from the University <ok
virginia speed study:

+ Tn those astates Wlhers cars wer2 permitted o g2 faster {55 - £5 mph)
the pean Speeds of cary incressed oniy from 1 to ¢ =ph, fyom a speeld range
of 6i=-64 mph to 62-67 imph. In othexr words, because aost ¥otorists wese
aiready &riving over the ¢ld 55 mph speesd iimit, when the mavimue speed liait
was incressec to 53, cAr speeds incressed relatively listie, for motorists
rend to Grive close €9 the deeign speed of the righuway regardiess of what

gigne SxY.
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» In states whers both trucks and cars were permitted to go 65 =mph,
speed variance -- vehicles traveling 2t different speeds on the same roadway
-~ dacraased and this was gocd, for previous studies have demonstrated that
mccidents decrease when- speed varlance decreases OXy in other words, when
all traffic is moving at approximately the same rate of spacd. The study
also showed that differential speed 1imits for trucke/cars increassed speed

yariance.

* In states which increased speed iimits to 63 for all venicles, there
was no resulting significant increase in accidents.

* No spilloveY efIgots On eddcining roads was evidenced in areas whers
the s5 mph was utilized. This has always Peen & madjor argument of critics

of the Nigher speed limits.

Diffurential Spsed limits for cars and trucks have Deen in uad for s
jong time, but researchers find little eviderce to justify continuing this

practice. It may cause nore problems than it sclves would e the conclusions
¢ the University of Virginia ressarchers who prepared the AaAs Foundation
report., copies o©f the report, “Impact of Differential Spee@ Linlts on
Eichway 3peeds and Accidents®™ may bDe obtained by contacting the Al

t*ien for Traffic Sarety, 1730 ¥ street, N.W., Suite 401, washington,

D, C. 20036, (202) 775-1486).
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Garber, Miller, Yuan, and Sun

ABSTRACT

To compare the safety effects of a uniform speed limit (USL) for all vehicles as opposed to a
differential speed limit (DSL) for cars and heavy trucks, crash, speed, and volume data were
obtained from ten states for rural interstate highways for the period 1991 to 2000. These states
were divided into four policy groups based on the type of speed limit employed during the
period: maintenance of a uniform limit only, maintenance of a differential limit only, a change
from a uniform to a differential limit, and a change from a differential to a uniform limit.
Statistical tests (analysis of variance, Tukey’s test, and Dunnett’s test) and the Empirical Bayes
Method were used to study speed and crash rate changes in the four policy groups. This paper
focuses only on the statistical tests.

No consistent safety effects of DSL as opposed to USL were observed within the scope
of the study. The mean speed, g5® percentile speed, median speed, and crash rates tended to
increase over the ten year period, regardless of whether a DSL or USL limit was employed.
When all sites within a state were analyzed, temporal differences in these variables were often
not significant; however, in several cases, significance was observed if one then excluded sites
with unusually high or low traffic volumes from the data set. Further examination suggests that
while these data do not show a distinction between DSL and USL safety impacts, the relationship
between crashes and traffic volume cannot be generalized but mstead varies by site within a

single state.
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CONCLUSIONS

1. Speed characteristics were generally unaffected by a differential versus uniform speed
limit policy. Except in Virginia, mean, 85 percentile, and median speeds tended to
increase over the 1990s regardless of whether the state maintained a uniform limit,
maintained a differential limit, or changed from one to the other. In some cases the
difference was significant, in other cases the difference was not significant.

2. Crash rates, when compared using conventional statistical methods, did not show an
obvious relationship to the type of speed limit chosen. When states were stratified into
four policy groups (uniform, differential, shift from wniform to differential, and vice-
versa), the changes in crash rates and crash rate types did not all correspond to one group.

3. Measurable variation within speeds and crash rates by year and by state may confound
any statistical tests employed. The performance of Illinois annual speed variances as
shown in Figure 3 is indicative of the noise associated with random variation, where the
annual speed variance has an insignificant but observable upwards and downwards trend
despite the fact that Illinois made no policy changes to its speed limits.

4. Removal of sites with high and low ADT made it easier to detect significant differences
between before and after periods, suggesting that ADT does influence crash trends. As
was observed in Table 5, this ADT filtering did not change the finding that there is no
consistent relationship between speed limit type and crash rate; further, the effect of ADT
on crash rate is not clear. This study simply suggests that, through different mechanisms
not yet proven by the investigators, change in ADT may have disproportionate changes in
crash rates.
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